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Efficient regional transport network
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a key to winning FD]

Current national and international transport links by road,

rail, water and air are inadequate to ensure that the Asian mar-
Ket-places are within everyone's reach. A forward-looking stra-
tegic vision by governments is thus needed to integrate trans-
port networks within national borders and at the regional and
international levels to meet the challenges of the new millen-
.
: In order to make the best out of the globalization process,
people, goods and vehicles must all be able to move with mini-
mal technical and procedural obstacles from a village to the city
and from one city in one country to another city in another
country. This implies the development. operation and mainte-
nance of a coherent transport system integrating all modes of
transport across Asia. Apart from physical integration of infra-
structure development, such integration requires the smooth
transfer between difterent transport modes through technical
standardization measures. Such integration also requires the
introduction and enforcement of trade and transport facilitation
measures to make optimum use of the physical linkages and
ensure smooth mobility of goods and passengers across na-
tional boundaries.

Countries which are well connected with the neighbouring
countries by efficient transport system, are better placed to
attract FDI. compared to those which have poor links. Investors
always look for opportunities to trade in intermediate goods or
in sourcing of components or raw materials to maintain com-
petitiveness. Efficient and Integrated system therefore plays a
Key role in attracting FDI.

" Identification of road and rail networks and their formaliza-
tion by relevant countries can be considered as a first step to-
wards establishing an’ Asian land transportation system. The
experience with ALTID indicates that identification of the links
with the consent of governments is one of the hardest tasks in
establishing regional transport networks. The Asian Highway,
for example. has been put in place literally, link by link. It re-
quired diplomacy, technical know how. and all the goog will
that UN-ESCAP had generated with member governments over a
long period of time. :

The task that lies ahead is formidable. and challenging.
Collectively we need to put in place the legal framework that
would formalize the networks identified by UN-ESCAP. Con-
cerned countries need to obtain finances to complete the miss-
ing links already identified, and upgrade the substandard road
and rail infrastructure. There is also an important task of fa-
cilitating the movement of goods and passengers along the

ic}_t: dified roads and railway links leading to operationalization
0 IIIIF' network. . |
In the following sections | would like to share with you some

of my thoughts on how we can address these important chal-

lenges. ‘

Need for a Vision and a Political Will '

Experiences from elsewhere have clearly shown that political
differences need not foreclose the establishment ot full commer-
cial and economic relations. We all know that such relations
exist even in the absence of diplomatic recognition. In fact,
stronger economiic ties, once established, can themselves be the
building blocks for increasing understanding at political, cul-
tural and social levels. which in turn give impetus to further
development and consolidation of such economic ties. ‘Fur ex-
ample: the member countries of the Andean Community (Bo-
livia. Colombia, Etuador. Peru and Venezuela ) in Latin Amer-
ica - despite instability of political regimes and border conflicts
or frictions - have managed not only to increase trade among
themselves. But also to achieve important progress towards
multidimensional integration. To achieve similar progress in
Asia. and make best use of the globalization process, countries
concermed need to have a forward-looking strategic vision for
regional integration of their transport systems, supported by
bold political decisions and commitment that looks forward
rather than backward

In this context. countries need to strengthen regional coop-
eration at Track Il level as well. meaning more and more people-
to-people contact. strengthening the role of civil society, and the
like. These groups when convinced of the need for economic
cooperation. could create tremendous pressure in moulding
political will for transport uitegraton.

" Creation of Economic Complementarities _
The ongoing processes of globalization 'and liberalization of
national economies. has greatly altered the locational patterns
of production and processing activities and new international
markets have been created. In order to serve these markets and
pattern of traffic. there is a need to have an integrated transport

svstemn.
All integrated transport systein at the suhre-
gional/regional /mterregional level can be economically and

politically sustained only if there are relatively even flows ol
traffic on a reciprocal basis. Since traffic flows are derived from
underlving economic activities, a greater balance in the distri-

bution of trade-generating activities among the regional coun-
trics becames ain unportant issue in promoting transport inte-
gration. When investment activities take place in the private
seclor, there can be a planned approach to this issue (hrough
bilateral and multilateral cooperation. With an increasing role
being given to the private sector in Investment decisions, there
is now a strong need for greater collaboration with the private
sector as well In promoting trade-creating complementarities in
the production structures of the regional economles. To this
end, closer cooperation among Chambers of Commerce and
Industries should be further encouraged leading to joint ven-
tures and other farms of cooperative investmerits.

¢) Addressing deficiencies in infrastructure and services.,

In the course of upgmdinig the infrastructure network to the
required minimum standard for efficlent international trans-
port, member countries may have to address a number of defi-
clencles which may include missing links, missing or substan-
dard bridges, ferry crossing, poor condition or lack of capacity of
infrastructure, break of gauge, absence or Inadequate way-side
facilities and other services facilities etc. To address these defi-
ciencies, concerned countries may need to undertake, if not
already done, corridor studies, environmental impact gssess-
ment and economic viability studies.

While the available infrastructures could perhaps cater to
the present, relatively modest level of international traffic in the
short run. a forward looking strategic vision needs to be deyel-
oped to prepare for the newly generated as well as diverted in-
ternational traffic. Since international movement usually takes
place along certain selected routes, such routes/corridors need
to be studied in detail not only to determine both physical and
non-physical barriers but also to take appropriate remedial

measures.
Involvement of the private sector -

Adequate financing is crucial to the development and up-
grading of international routes. International financing institu-
tions such as the World Bank, the Asian Development Bank,
the Islamic Development Bank (IDB) and the Overseas Eco-
nomic Cooperation Fund (OECF). Japan and several European
countries have been providing loans for highway/railway up-
grading in Asfa. There is however, vast gap between investment
requirements and available financial resources. This has cre-
ated the need to search for alternate sources. To address this
Issue, many governments have begun to focus their attention on
private sector resources to develop transport infrastructure.
New approaches such as public-private partnership through
arrangements like BOT/BOO need to be explored more seri-
ously for the purpose.

The success of involving the private sector largely depends
on the creation of a conducive and favourable environment and
an institutional framework for the private sector. A host of
support activities and policies need to be introduced by national
governments. These actions may include domestic policy and
legal system reforms, restructuring ol existing public transport
agencies, and creation of new regulatory regimes to protect so-
cial and environmental interests at large.

The integration of the Asian transport networks in fact
would largely involve a reintegration of existing infrastructures
requiring minimum commitment of economic resources except
for a few stretches of missing links. the economic payofl from
such reintegration could be correspondingly very high. As re-
gards the political impediments to such integration, the Asian
countries can draw relevant examples from other regions where
mutually beneficial economic exchanges are taking place in
spite of political differences.

The integration of Asian transport networks cannot be sus-
tained in vaccum. In order to ensure that all Asian countries
benelit from such integration, attention needs to be given to the
question of more balanced trade flows among these countries
based on the development of greater complementarity among
their economies. Increasing cooperation in the form of joint
vertures among the Asian entrepreneurs could help achieve

this objective _
A process ol awareness creation has to be started as well to

improve lacilitation measures at the border crossing. There exist
a number of international conventions for facilitation of trans-
port, and the accession to such conventions is essential. In ad-
dition, adoption of Transit Transport Framework Agreement
(TTFA) at subregional links could also go a long way to resolye
facilitation problem. - \

The establishment of an integrated Asian transport system
would need huge capital investiments not only for upgrading the
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Today's developing and (e-
veloped  Astan  economies are
increasingly rellant on enerpy
for industrial growth. As the
fuel tax protests in Europe in
September this vyear forcefully
demonstrated, the cost, security
and continuity of enesgy sup-
plies are now all critical factors

The developing economies
are particularly vulnerable to
high oll prices - as today's rap-
idly-rising import bills reveal.
Increasing volatility in energy
prices Is also contributing to
the difficulties - for govern-
ments and companies. .

Clearly indigenous resources
have to be developed and ac-
cess 1o imports has to be en-
sured. This two-pronged ap-
proach is both logical and, to a
great extent, the pattern we see
emerging across the region.

Let’s put those developments

into a broader context, Looking

out to 2010 and 2020 it is rea-
sonable to expect significant
energy demand growth in the
region. In percentage terms, gas
demand is likely to grow fastest.
'Ll put some figures to those
predictions a bit later. But, to
begin, 1 would like to put re-
gional trends within the context
ol global trends.

(._?rlnbal LNG
Qil has. of course. been a
global industry for nearly a

century. Globalised oil markets
have been with us for at least
o0 vears. Due to the relative
difficulty of transporting gas, it
was until recently, a more local
and regional product, However,
today with intercontinental
pipelines, LNG shipping and
gas to liquids technologies. pas
is also rapidlv  becoming a
global industry.

Gas and power market lib-
eralisation

This process is creating new
opportunities and opportunities
for both companies and re-
source owmners - governments.
Around the world we are wilt-
nessing the opening up of mar-
kets in general - and, of par-
ticular interest to us - of the
upstream hydrocarbon devel-
opment industry. Major hydro-
carbon !resource owners,
Russia and Iran t6 China and
Venezuela, are devising new
wavs of working with the inter-
national energy companies. New

from * ways in which developments

identified routes and completion of missing links, but also for
facilities to ensure efficient

several supporting way-side
safe movement,

(Excerpts [rom the speech by Dr M Rahmatullah, former Direc-
tor of the Transport Division, UN-ESCAP. and now Programme
Director, T&C Centre for Policy Dialogue. lo be delivered at to-

day’s ICC Asia Conference.)

and tvpes of contracts are being
developed, new relationships
lorged.

The old ideas — of the desir-
ability of purely national owner-
ship and control. of national
versus private - are fading as

y
Government of the People’s
Republic of Bangladesh
Office of the Executive Engineer,
PWD Division, Moulvibazar
Notice Inviting Tender
Tender No 17/M-2 of 2000-2001
Sealed tenders are invited in Bangladesh Form No 2911 for
the undermentioned work as per terms and conditions stated
below:

1. Name of work Construction of Co-operative

Zonal Institute at Moulvibazar.
Under the Scheme Physical
Infrastructure Development of
Eight Co-operative Zonal
Institute (Sub-Head:-
Construction of Guide Wall &
Sandfilling of Internal approach
Road).

2. Estimated cost Tk 2,36,208/ =

3. Earnest money Tk 4,725/ =

4. Time allowed 60 (sixty) days.
for completion F
of the work

D Price of tender Ik 425/= per set (non-
schedule refundable).

6. Place of selling Office of the undersigned and as
& receiving well as by the Executive
tenders Engineer, PWD Division on,

Sylhet/Sunamganj/Habigan;j
under PWD Circle, Sylhet.

7. Last date of During office hours up to
selling tender 21/11/2000.

K. Eligibility of (a) Special Class-I Class-]

| contractors/firm (combined) and Class-I approved
to compete in building contractors of D &
I the tender Class-1I (Two) approved bldg.
contractors, Chittagong PWD
Zone,  Chittagong, Class-III
approved bldg. contractors of
Svlhet PWD Circle, Sylhet &
Class-IV approved bldg contrac-
tors of PWD Division,
Moulvibazar. 7

(b) The intending tenderers must

| have VAT registration.,
(€) r‘\tlt'hlt.*é\ copy of VAT
registration TIN certificate is to
' be enclosed along with the

. tender.,

9. Date of LUp to 12.00 Noon of 22/11 /2000
receiving  and and opened on the same day al
opening tender 12.15 PM.

10.  Lottery . It more than one tenders are
applicable received having same rates stand
where lowest, selection will be made by

lottery to be held on 30/ 1172000
at 12-30 PM in office of the
undersigned in  presence  of
intending tenderers who like to
be present,
I11.  The undersigned reserves the right to accept or reject
any or all the tenders without assigning any reason.

Md Abdur .ob
Execnt’ ¢ engineer
WD Division
Moulvibazar

DFP-2689-6/11
(:-1982

WTO, trade liberalisation and concerns of developing World

How can it help market integration
and economic growth?

by Dr Toufig Ali

When one refers to globalization, the most
comunon vardstick for its measurement is trade
liberalization. Interestingly, the proportion of
trade to GNP was much higher at the turn of
the last century, than it is now. Yet, there are
qualitative differences to trade liberalization in
our current phase of globalization. Some of
these changes may be attributed to an attempt
to create a rule-based trade regime, principally
through the WTO. Many would find that the
differences arise principally from the funda-
mental changes in technology and communica-
tions that our age is experiencing. Clearly, and
there appears to be agreement on this, we have
entered a new era in which there are immense
opportunities. The question being asked is
whether the developing countries can obtain an

.equitable share in the anticipated benefits.

Trade expansion

One immediate fmpact of trade liberalization
should be trade expansion. Developing coun-
tries, as a whole, have increased their exports at
a remarkable pace in the last two decades. This
increase has not been even, with some coun-
tries experiencing more growth in exports than
others. However, taken together, developing
countries have not fared as well as the industri-
alized countries

Between 1980 and 1996, world exports have
increased at 288 per cent, but the increase of
exports of the developing countries has been
only 249 per cent. and the high-income coun-
tries accounted for an increase of about 304 per
cent. Clearly, if exports are taken as an indica-
tor. the high-income countries have managed to
expand their trade much more than the low and
middle-income countries during this phase of
trade liberalization.

During the period under consideration, most
developing countries have undertaken major
structural adjustment programmes. The results
would appear more alarming if one took into
consideration the fact that the aggregate data of
developing countries would be heavily skewed
by major exporting countries such as China,
Malaysia, India, Thailand, South Korea. Analy-
ses of discrete periods, far apart, provide only
an indication of the trends. Of course, a more
rigorous analysis would be useful in establish-
img clear patterns. What is apparent is that
trade liberalization does not necessarily vield
greater exports u the short run

Trade and investment

In order the benefit from trade liberalization,
investment s required within the country to
produce the goods (o be exported. The rate of
growth of invesument in selected countries Is
quite lluminating, Developing countries display
a mar' d divergence in the rate of growth of
v tment within their group. During the pe-
rnod between 1990-97, gross domestic invest-
ment grew at a rate only little over 7 per cent in
the low and middle-income countries. Countries
such as China and Malaysia exhibit cosmetic
investment growth rates of about 14,1 per cent
and 15,1 per cent respectively. Bangladesh |Is
also In the category of high (nvestment growth
ra!es. with about 13.4 per cent. The growth will
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not be very high in countries that already have
a good infrastructure base, particularly in the
industrial sector. Further study of specific
countries will reveal if there is a direct correla-
tion between trade liberalization and invest-
ment. A priori, there is no fundamental reason
to assume that just because trade has been
liberalized. there will necessarily be increased
imnvestinent.

Trade and FDI

The positive role of FDI in a country's devel-
opment strategy is now recognized. Apart from
meeting the savings-investment gap, FDI assists
a developing country in accessing foreign tech-
nology and management. and markets abroad.
By definition. a country cannot sustain the in-
flow of FDI unless there is a corresponding in-
crease In  merchandise or services exports
leading to greater inflow of foreign exchange.
After all, FDI does have to be repatriated, along
with the profits thereon; only, the time frame
within whicli this has to be done may different
from country to country and from project to
project. Hence, we may expect FDI to be high in
countries that have managed to increase ex-
ports and liberalized their trade regimes. The
examples of a few countries, as given in Table 2
is illustrative,

Trade and growth

The period of trade liberalization differed
from region to region and, even within a region,
from country to country. In general, most pro-
gramnmes commenced In the 1980s, and devel-
oped steam in the 1990s. If liberalization should
result in higher growth rates, the countries un-
dertaking the reforms should have demon-
strated higher growth rates in the 1990s.

It was only in Asia and Latin America that
the growth rates demonstrated some increase
during the period.of trade liberalization. How-
ever, Asia Is a large region, and there are
marked variations within the region. With the
sharp lowering of population growth rates in
most Llevelnpln[g{ countries, one would expect
per capita GNP growth rates to rise in the
1990s. The key question is whether the differ-
ence between the developed and developing
countries in the per capita income Is narrowing
over time.

There are several studies that have at-
tempted to find the correlation between trade
liberalization and growth. In a paper produced
by the WTO in 1999, titled “Trade, Income Dis-
parity and Poverty”, the authors find that *
income gaps between the majority of countries
appear to be growing over time,

Conclusion

Advances in technology and telecommunica-
tions have transformed the world into a global
village. Yet, only those countries that have ap-
propriate expertise and resources can (:‘Elke ad-
vantage of the opportunities. For the rest, in-
cluding Bangladesh, the “digital divide is in-
creasing day by day. The industrialized world
has acknowledged this problem in the last G8
Summit in Okinawa. Qbviously, it will not be in
the greater interest of all to allow some coun-
tries to lag behind while others gallop ahead,

people  realize  that having a
resource is only part of the
story. It has to be developed,
and made use of, in order to
ain value and gamer econonmic
enefits, |

Similarly, international en-
Crgy companies, such as Shell
are being forced to adapt rap-
idlv In « fast-changing markel
place. Stock markets have be.
come global and investors' ex.-
pectations have risen. In earlier
decades Investors would com.
pare one oll company with an-.
other. Today they compare the
returns  generated by energy
companies with those created
by software or telecom compa-
nies.

As a result, energy company
capitalisations are relatively
low. As a group, we haven't
kept up with va{ue creation in
other industries in the last ten
years, That means our access to
capital is, relatively speaking,
constrained. As with the re-
source owning governiments, we
have learmed that having the
assets s NOT enough. They
have to be worked. Using our
knowledge to create products
and meet customer needs is the
way to create value,

Asian energy demand

l‘reclicnnf{ demand patterns
Is marginally easier than pre-
dicting prices. Here we have the
US  Department of Energy's
outlook for energy demand in
Asia - looking out 20 years.
There are no real surprises
here. Demand in the developed
economies is likely to be flat,
that in the developing econo-
mies rising rapidly. If this out-
look proves correct, by 2020
China will be the single most
important energy market in the
world.

For a variety of reasons. to-
day | am going to concentrate
on the prospects for gas.

Asian gas demand

Within Shell we use a sce-
nario system o try (o assess
trends. Over the vears, because
of the volatility in our industry,
we have found long-term plans
to be virtually useless. So, we
use scenarios to broaden our
thinking about the different

may play out.

This chart describes the ef-
fects of different assumptions
on gas demand in the region.
One scenario is called people
power - PP - the other the new
game - TNG. Broadly speaking
globalisation sweeps all before
it in the new game, In people
power various groups and re-
gions maintain diverse market
structures.

In the medium term - to
2010 - the difference is rela-
tiveiv slight. Under both sce-
narios. gas demand grows by a
factor of about two to two-and-
a-half.

In the longer term, differ-
ences are more marked. But, |
think the key message for us
really isn't the differences, it is
the similarities. Whichever way
things go. regional gas demand
grows strongly.

Maximising own resources
Fhis is likely to lead to gov-
ernments becoming more re-

ceptive to the (dea of interna-
tional co-operation in order 1o
facilitate cross-border under-
takings - such as pipeline net-
works.

These will be necessary if the
development of indigenous re-
sources Is to be undertaken
efficiently. ‘

Potentia! Asian gas Infra-
Structure

Looking to Asia, where dis-
lances are even larger, it Is pos-
sible to map out how a similar
process could , evolve here. An
increasing network of flelds in
places as far apart as Iran,
western China and the Philip-
pines could be tapped ‘as a pan-
continental gas transport sys-
lem  evolves In ‘the coming
VEeAars.,

At present this network |s
only notional. But, as develop-
ments in Europe indicate, |If
there are real markets - and the
political will is in place - the
physical pleces can be put to-
gether fairly quickly.

The engineering challenges
are real — but if the right politi-
cal and market frameworks are
in place - the physical chal-
lenges can be overcome. A com-
puter without software Is a
useless plece of plastic and
wires. The software required to
create an effective regional (n-
frastructure consists of com-
petitive markets, good corporate
governance and the willingness
to allow market players to
choose the right technology to
get the job done.

In other words, government
should decide what is to be
achieved and then let compa-
nies operating in competitive
markets deliver the produects,
That is how costs are driven
down,

Earlier. | described how the
international oil companies and
big national resource owrers
are re-discovering their com-
mon interests - and how com-
panies are now moving back
into the upstream in virtually
all regions of the world. That is
true of Iran, Libya, Kuwait,
Russia, the Caspian Republics
and other, soon to be an-
nounced, countries.

Obviously, all major players
are keen to return {o these
countries. The combination of
company technology and proj-
ect management skills with the
massive reserves in these
countries delivers major value
creation opportunities.

But, such developments are
perhaps even more important in
those countries that are pro-
ducing primarily for domestic
consumption - such as China,
India and Pakistan.

These countries will be the
great markets of the future and
the opportunities will be great.
But, to date, the obstacles have
been almost as impressive.

We are all on a steep learn-
ing curve: these markets are
only slowly opening and both
govertunents  and  compadies
have to feel their way. Hosl
governments are adapting, as
are companies. But, this proc-
ess is probably moving too
slowly. Rising domestic demand
is outpacing the speed of mar-
ket adaptation. Global devel-
opments, in financial markets,
in information technology and a
variety of other areas. are
moving rapidly.

Capacity building is neces-
sary and it has to be done
quickly. The best way to do
that is to buy in the skills - get
the companies to deliver the
capacity that doesnt exist in
domestic markets. That accel-

crates development, improves
security of supply and. not in-

significantly,  contributes o
domestic taxation flows.
The comprehensive devel-

opment of indigenous resources
Is urgent. In summary, the
steps necessary to achieve that
arc;

*  Liberalised, competitive
markets,

. good corporate govern-
ance, and

* a willingness to allow
companles to contribute fully to
development. -

However, as | described ear-
lier in my talk, indigenous re-
sonrces will not meet all de-
mand. So access to supplies
from other regions is vital.

Gas import

Here the region has some
natural advantages, The major
resources holders, while outside
Lhe region, are relatively close
Y.

Russia, Turkmenistan, Iran
and Qatar have the largest re-
sources - by a considerable

o Ty
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Asian strategies for long-term _

margin. As the European plpe-‘

line network example demon-
strated, it is physically possible
1o develop extraordinarily ex-
tensive networks. These stimu-
late economic pgrowth and tie
suppliers in to demand centers
- building security for both
sides.

Major pipelines Iran-India,
Russia-China, Sakhalin-Japan,
Bangladesh-India have en
discussed for years and all have
clear economic merit.

The difficulty. of course, is
both the cost and the time that
such networks take to evolve,
That 1s the reason LNG ship-
ping has been the gas transport
system of choice in SE Asia for
the last 20 years. LNG shipping
iIs now truly global. Shell is
moving product into Europe,
through Spain, into the US,
through the Gulf of Mexico and
also the North East and into the
traditional markets — Korea and
Japan.

Terminals are now being de-
veloped in India, Brazil and
China.

Given the technological diffi-
culties involved it is sometimes
a bit surprising that this tech-
nology lias become so domi-
naut  However, when the diffi-
culties on the other side - of
building pipeline networks are
compared - the drivers become
clearer.

LNG shipping directly links
 producers with

consumers and producers are
free to change trading partners
if things don’t work out.

This allows investments
modular investments in differ-
ent parts of the chain. It isn't
1necessary to take on the whole
load in one bite - companies
can pick and choose where they
have special skills to contribute
and where they want to invest.

The amounts involved are
still huge - by any estimate:
billions of dollars in each proj-
ect. But. there a much greater
degree of flexibility and there is
also the ability to trade off
much of the risk.

In contrast pipeline systems
require clear political will from
producers, consumers, and
transit countries.

(Excerpts from the speech of
Andrew Vaughan. MD, Shell
Bangladesh Exploration and
Development BV, at today’s ICC
Asia Conference)

| IFB No: 10/2000-2001

IDA Credit No: 3177-BD
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. The

‘ Government of the People’s Republic of Bangladesh

Local Government Engineering Department
Office of the Executive Engineer

Lalmonirhat

Invitation for Bids
IFB No 10/2000-2001 i

Memo No. LGED/XEN/Lal/T-11/2000/2513;:

Credit Name: Municipal Services Project. |
1. The People’s Republic of Bangladesh received a credit from the International Development |
W Association (IDA) in various currencies towards the cost of Municipal Services Project (MSP) &
intends to apply of the credit proceeds to cover eligible payments under the contracts for Flood
Damage Rehabilitation Components of Project. |
xecutive Engineer, Local Government Engineering Department (LGED), Dis |
Lalmonirhat invites sealed bids for construction/ reconstruction and completion of \}rnrlutg h:a.tt:d |
below. This invitation for bids is open to all bidders enlisted with LGED in addition, foreign
bidders are eligible to bid without this enlistment but if awarded contract, would be required to |
enlist with LGED, furthermore, when enlistment is done at district level, Bangladesh contractors
enlisted with LGED in other district are also eligible to bid. Procurement is open to all bidder
from eligible source countries as defined in the IDA’s Procurement Guideline. However, |
countries not eligible under the project also include: the Bahamas, Bahrain, Barbados, Brunei,
Darussalam, Cyprus, Kuwait, Qatar, Singapore, United Arab Emirates.

Date: 29/10/2000
Date: 29/10/2000

|

CONSUIMErs - - |
avolding transit countries. Botli |

istrict ]

Contract

Grou
{ Package No

Code No

Name of the work

Time for
completion of |
work |

Bid
security

(Taka)

Lal-34 PTG FDR 01

Rehab. of 3x4.0mx3.0m RCC Box culvert
on Dahagram RHD Halipad Road

2500000 | 120day~ |

3. Bidding documents (and additional copies) may be purchased at the office of the (i) Executive [
J

Engineer, Local Govt. Eng. Department, District-Lalmonirhat on non-refundable fee of 'II\
1,000.00 (Taka one thousand) only for each set during normal office hours on all working days |

4.
l standard bidding document

=3

up to 197122000, Interested bidders may obtained further information at the same addresses
during otfice hours up to 19/12 /2000, ) b _ s B
The provision in instruction to bidders and in the conditions of contract are the provision of the
rocurement of works (SBD) national competitive bidding (1rial |
Edition-January 2000), issued by the World Bank Office, Dhaka. : o
5. Bids shall be valid for a period of 63 days after bid opening and must be accompanied by a bid |
security as mentioned under Para No 2 above. Bids must be delivered to'the office of the (1) |
l Executive Engineer, LGED, District Lalmonirhat on or before 20/12/2000 by 2.00 PM. | 5
6. Bidders may deliver their bids by either in person or by Courier Service or by Mail, which must
reach the above office before the deadline for submission of bids. Bids received after the
sadline will not be accepted.
g:jf will be opened in IhF:* presence of the bidders representatives who choose to attend at 2:15
M on 20/12/2000 at the office of the Executive Engineer, LGED, District-Lalmonirhat.
8. A pre-bid conference will be held on 27/11/2000 in the office of the undersigned at 10 AM. All

bidders are requested to attend the conference in time.

I..} F P'l{"ﬂgﬁ‘{‘ .dJ 1 l
G-1981

Md Shahidur Rahman Pramanik

Executive Engineer

|
|
|

Local Government Engineering Department ‘

Lalmonirhat.



